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INTRODUCTORY 


An inter=-departmental Study Group on Sreneperv 


Planning was set up in December, 1953, with the following 


terms of referencei= 


(i) 


(ii) 


(414) 


(av) 


Study the data regarding targets of 
additional production and demand on rezional 
basis and work out the additional transport 
capacity required to be created for 
facilitating the movenent of traffic arising 
therefrome 


Rxanine more thorouzhly the suzzestion to 
demarcate 50 mile zones in the conzested 

areas round Calcutta, Madras, Bombay,Ahmedabad 
Kanpur, etc. for road traffic (it beins 
understood that the Railways would not accept 
transport of certain categories of goods 
within the zones) with special reference to 

(a) the economics of the proposal; (b) relief 
to railway traffic (wa.on capacity to be relea=~ 
sea); (c) problems, if any, arising out of 
roads and their conditions, suitability of 
bridzes for coping with additional traffic; (4) 
additional employnent likely to be created and 
other related aspects. 


Go into all aspects of the problems of rail- 
road transport co-ordination and make recommen= 
dations to the Governnente 


Study the problens of Light Railways like 

the Martin and Burn Railways who, it is under- 
stood,are findinzi% difficult to. face the 
competition of road traffice 


2. ‘The Study Group (Transport Planning), as originally 


constituted, consisted of the following menberss< 


1¢ Shri NeM. Ayyar, I-C-3., Secretary, Ministry of 


Transport — Chairman. 


2e Shri HeP. Mathrani, Consulting Engineer (Road 


Development) and Joint Secretary to the Government 


of India, Ministry of Transport (Roads Win2) 


3e Shri JeN. Nanda, Transport Adviser, -Plannin7 
Commissions 


4- Shri As Nonty Deputy Secretary, Ministry of 
Productions © 


5e Shri 3B. Saksena, Deputy Secretary, Ministry of 


Commerce and Industry. 


a 
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6e Shri MeD. Sethna, Chief Director of Movenents, 
Wnxtetry of Food & azriculture. 
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(ii) 
Shri SeC. Chaudhri, Deputy Economic & Statistical 
Adviser, Ministry of Food & Agriculturee 
Shri MeV. Bhavnani, Officer on Special Duty, 
Ministry of Railwayse 
Shri He Davenport, Director of Euploynent Exchanges, 
Directorate General of Resettlement and Enploynent, 
Ministry of Labour. 
Shri C, Parthasarathy, Deputy Secretary, Ministry of 
Transport ~ Member - Secretary. 
Shri DeDe Suri, TeAede, Deputy Secretary, Ministry of 
Transport, took over as Member-Secretary, with effect 
from the 22nd March, 19556 
The Ccoup submitted its report on items (i) and (iii) 


of its terms of reference in May, 1955. Consequent on the 


retirement from survicuof some members, the Group was 


reconstituted and it now consists of the following menbersi-~- 
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3e 
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Se 


be 


Te 


Be 


Shri Role Gupta, I.0s3., Secretary, Departnent of 
Transport - Chairnane 

Shri H.ePe Sinha, Consultine Enzineer (Road Development) 
and Joint Secretary to the Government of Indla, | 
Department of Transport (Roads Win2)e 

Shri Kele Inthra, Assistant Chief (Transport), Planning 


Comissione 


Shri dro Nanu, fattt DnwncwnEf ALS 


State Tradin.z Corporation. 

Shri B.D. Saksena, Joint Secrétary, Ministry of 
Commerce and Industrye 

Shri B.C. Desikathari, Chief Director of Movenents, 
Ministry of Food end Agricultur eo. 

Shri 3.Ce Chaudhri, Deputy Economic & Statistical 
Adviser, Ministry of Food & Agriculture. 

Shri MeV. Bhavnani,’ Deputy Director (Transportation), 
Ministry of Railways. 


Jece 


(444) 


9g Shri He Davenport, Director of Enploynent Bxchanges, 
Directorate General of Resettlement & Bnploynent, 
Ministry of Iabour & Employnente 

10« Shri DeDe Suri, IeheS., Deputy Secretary, Department 
of Transport =- Member-Secretary. 


The present report, which is in tve parts, deals 
with items (iv) and (ii)e 
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PaRT IT 
PROBLEMS OF 


LIGHT RaAlDWays 


CHAPTER I 


After the report on items (i) and (111) of the 
tems of reference was completed, the Study Group con- 
sidered that so far as the investigation of the pro- 
blems of the light railways was concerned, an ‘on=the- 
spot examination of the problens of the railways con- 
cemed was eadeesiei It was accordingly decided that 
a team consisting of the following three nenbers of the 
Group should visit all the railways for an on-the-spot 
study: 

(1) Shri DD, Suri, I.A.5., 

Minibtay of transport 
& Commnicationse - Lender 


(2) Shri M. V. Bhavnoni, 
Deputy Director (fronsportation) 


Railway Board. Manber. 
(3) Shri K.L, Inthra 
Assistent Ohief (fransport), 
Plonning Comission. - Menger 
26 Te team selected for its study the following 
light railways: - 
Nome of the Railways. Date of visit. 
16 Howrah-Anta Ist to Gth Sept., 
2. Howrah-Shenkhala | 195 6. 
3e Ahnedpuxr-Katwa - {Oth Jane, 1957 
4. Burdwan-Katwa 10th Jame, 1957 


5. Bonkura-Damodar River Valley 11th Jone, 1957 
6. BukhtiayurBihar Light 


Railways | 2ist Ime, 1957 

Te Futwoh-Islampur Zima datiey 1957 

8. Arrah-Sasaran 24th date, 1997 

9. Dehri-Rohtas 25th Jamo, 1957 

10. Shahdro~Saharanpur 2th Jane, 1957 

Se A questionnaire was issued to all these railways 


end subsequently the team visited the railways for one 


the-spot investigations. The dates of visit are indicated 
above against each railway. During these visits the team was 
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2 
acconpanied by the representatives of the State Governnents 
concernede The tean also met senior officers of the 
Bihar, West Benzal and Uttar Pradesh: Governnents and 
discussed with then separately the problens of the 
reilways with which they were concerneds The team completed 
its enquiry in March, 1957, but on: account of certain 
unavoidable circunstances the report could not be conpleted 
earliere 
4 At appendix I is given a statenent showing certain 
essential particulars about the Li ght railways surveyed by 
the teane ‘he statenent summarises the nain provisions 
of the agreements or contracts of these railways with the 
Governnent or the District doard euthorities. The 
following six railways were not taken up for study by the 
ead ; ; 

1. Bllichpur-Yeotnal and Pulzaon Arvi Railway. 

2. Bengal Provincial Rad lay. | 

3e Des garha~Janalpur zanj extension of the Benel 

Provincial Railwaye 

4. Daraset-Basirhat Railways | 

5. Kalithat-Palta railways 

6e Jagmahri lizht railway. — 

Ye appendix II are wziven sone particulars of these 
railways, a8 also the reasons for excluding these fron the 
purview of the study of the tean.. 

Be The inmnediate incentive for the present study cane fron 
the reports nade by sone railway conpanics avout the conne= 
tition they were either already facin.z or ware. tlre: voned 

with from the road servicese However, the Governnent of India, 
in particular, ths Ministry of Railways have for sone tine 
past been concerned about the inability of nost of those 
railways to provide reasonable standard of service and 
anenities to the travelling publice They have been roceiving 
nunerous complaints from time to time from the public in 


this rezard. Consideting the rermources position o? the 
Jaec 


Fue 
country, however, the Governnent of India have been 
convinced thet nost of these railways are servinz 
@ very useful purpose and cannot be easily replaced 


either by bus services or by broad gauze or netre 


faince systen of railways. In the case of the railways 
subsidised by the Central Governnent the burden of 

further expenditure on the amenities and services mst 
inevitably fall on Governnent. Such burden will have 

to be shared by the District Boards where the Boards 
subsidise the lignt railways. In either case it is the 
general taxpayer who must inevitably share any extra 
expenditure in providing better anenities on these 
railway3e The Railway Board have, therefore, been 
concerned fk about the ability of railways to pay their 
way and to earn enou7th to provide for better services to 
the extent possiblee In order to ensure this, it is 
necessary that the railways do not have to face unde 
compet:.tion from bus servicese Difficulties have been 
experienced in the past in this rezard and it has been 
allezed that the attitude of the State Govermments concerned 
at tines was not quite helpful. The Governnent of India, 
therefore, felt the need for a study beins nade into the 
problens of lizht railways so thet in the lictht of the results 
of this study policy decisions could be taken about the 
future of these railwayse 

6e In the paves that follow we have dealt with the working 
results of the reilways in the last few yeers and heve then 
nade a broad survey of the problen of commetitncn wit’: bus 
Servicese In the lizht of the results revealed by ti:is 
Survey We have nade recomendations about the future of the 
roilways. We mst confess that we did not succeed in all 
cases in obtaining the detailed factual information we 
required for the study. In fact, the report has had to 

be delayed because the available infornation for sone of 


the railways was sonewhat sketchy. In all theso cases we had 
Her 
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to be content with the results of ow general 
observation or discussions with the officials of the 
railways concyuned.s 

le The tesm wish to place on record thelr grate 
ful thanks to the management of all. the licht railways 
for the much useful information supplied by them and 
also for providing: such other facilities as wore 
needed by the team for the pur poses of this 
investigation. Thé team also wish to thank the 
Governments of West Bengal, Bihar and Uttar Pradesh 
who deputed their officers to accompany the team 

on tour and provided ussful information on all 


matters with which they were concorndde 


1951-52 
1952-53 
1953-54 
1954-55 


w= 56 
CHAPTER IL 


Working sesul ts ot the Licht Ballas 
over the Last rew yer 
8. The statement at appendix III shows at 
a glance the working results of the light railways 
during the years 1949-50 to 1954-55. The more 
imortent results in respeot of each reilway are 
desoribed briefly in this Chapter. 


I. Purdwan-Kotya, Light Ratiways: 
9. The traffic carried by the railway during 


the years 1951-52 to 1954-55 was as under: 


Passenger Traffic Goods Traffic 
Vo. of passen-'Passaager - Wong Ton 
gorg carried, ' mies carried ' miles 
95215953 123, 18,229 18,113 4,45,310 

9,56, 517 128,04,607 18,512 4,55, 119 
9,54, 126 427)85,256 21,050 5, 17,516 
9, 61,038 129,87,)375 25,252  6,20,823 


From the statement at oppendix Ili, it 
will be olear that more than 80 per cent of the 
eamings of this railway are from passenger 
traffio which registered a more or less’ steady 
increase during the years: 4950-51: Go 19546550 
The eamings from goods | traffic also have sliowm 
a steady though smoll increase Rice and paddy | 
accounted for twoe thizd, of goods traffio carried 
py the railways ‘in the year 1954-55, the only 
other important commodity carried ‘py this reilway 
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was coal. The net income of the railway during the year 
1952-53 was the maximun at Rsefei7 lokhs which on a total 
capital outlay of Rse21.80 lakhs yielded a net retum 
of 5034 per cente The operating ratio during the year 
was the lowest at 8000 per cent. In the year 1953-54, howeve™ 
the working expmses rezistered a substantial increase 
which was stated to be due to unavoidable heavy repairs to 
loconotives and carriages and also the renewal of sleeperse 
The substantial anount of subsidy paid by Governnent to 
this railway during the year 1953-54,it was explained, was 
entirely due to the increase in workins expenses durin; the 
yeare The detailed fizures of break up of working expanses 
shown in Appendix IV reveal that expenses under the heads 
"general adninistration’ and 'operatinz expenses! have been 
goinz up steadily in the last few years. 
2e <Ahnedpur-Katwa Licht Railwayss 
10. On this railway also nore than 80 per cent of the 
earnin7s are fron passen.zer' traffic. hs on the 3eKe railways, 
the bulk of goods traffic carried by this railway consists 
of rice and paddy. The volune of traffic carried by the 
railway durin; the years 1951-52 to 1954-55 is shown belows 


Passonver Traffic Goods Traffic 
Noe OL Pagssen er tons ton 
passengers niles. miles, 
1951~52 8, 72,817 107, 93,696 21,49 4,52, #22 
1952=53 8, 52, 926 108, 93, 171 19, 975 417,275 
1953~54 8, 97,534 112,03,477 29,097 6,13, 360 


The earnings of this railway have been “olat up ste dily 
throughout the.last six years, This is statcd to be me to 
complete absence of bus competi fiony. The workin 7 expenses 
on the railway have also been consistently increasins since 
1952-53 with the result that the subsidy peid by the dovernnent 
to the railway has increased notably over the last few years; 
the subsidy paid in 1954-55 bein» almost three tines that paid 
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in 194950. The expanses under all the heads have been 
increasin substantially, as shown vy the fimres in 
aprendix IVe 

3.  Bankura~Danodar Rives Railway: 

141, The voline of traffic haniled by this roilway between 
the years 1951-52 and 1954-55 is ziven in the table bGlowe 


Passenzer traffic Goods traffic 

Noe or Passenger Tons Ton 

passengers niles carried miles 
1954-52 7,987,558 159,37,687 31,023 12,61, 570 
1952=53 8,86, 940 177,641,940 31,039 12,62,22% 
1953-54 8, 77,092 179,63,685 43,725 17, 78,105 
1954=55 8,50, 524 169,68, 766 49,885 20,32,672 


’ More than 70 per cent of the carninys on this railway 
are derived fron yassenzer traffic. The railway, therefore, 
depends for its econonic workin on spods traffic to a 
larzer extent than either of the sister railways, nanely, 
Durdwan-Katwa and Ahnedpur-Kutwae * The principal commodities 
noving on the railway are rice and paddy, stone ballest, coal, 
oLlcake and manurese Rice and paddy account for nore than 
50 per cent of the total traffics The passenzer earings 
on this railway recorded a steady increase until 1954=55 
when there was a Sli-nt Set=backe Howover durin; the 
subsequent year, Lete, 1955-56, the earnin”s are reported 
to have inproved ataines ” Goods earnins have been “ving 
up steadily between the vears 1949-50 and 1954-55. The 
increase in soo0ds traffic in recent years is accounted for 
by the materials moved for the Danodiur Valley Corpor:tion 
in the area served by this railwey. 45 in the case of 
Shnedgpur-Katwa railway, the working expences vii “ibs hadlway 
rezistered a substantial increase in the year 1954-55 with 
the result that the subsidy which was  oingz down in the 
earlier two years, increas 2 durin? the year to over Rsef lakh 
which was about three tines the anount paid in the pruc-aing 
year. The increase in workinz expenses durin; the year was 


Stated to be due to special repairs and to writin’ back the 
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value of one old enzine from capital to, revenue accounte 
The fiwures in apyendix IV reveal that the operating 
eXpenses also rezistered an increase during the year; the 
wages of operatinz staff alone increased by about Rse6000 
durins the yeare 
4  Howrah-Anta Ii zht Railwayss 
12. The table below gives the details of passenzer and 
goods traffic carried by the railway during the years 
1951~52 to 1955—566 


Passenzer traffic Goods traffic 


No. or  Yassenzer ons. Tons 

passengers niles . niles. 
1951-52 55,08, 900 7, 92, 47,000 90,000 18, 96,000 
1952—53 50,51,400 60, 12,000 1,475,000 18,23,000 
1953854 51,53,000 5, 39,47, 000 1, 15,000 20, 36,000 
4954-55 535,24,000 5,73, 18,000 88,006 20,833,000 
1955-56 54,74, 900 5, 73,06,000 92,000 19, 60,000 


It will be seen that the passenzer niles on this railway 
registered a steep decline in the years 1952-53 and 1953=54 
With the consequent fall of coaching earnin7s durin the 
period. The railway manazenent explained the decline of 
passenzer traffic on the railway durin: these two yeers 
being due to the scarcity of rains and the consequent 
failure of crops in Anta area in 1953. It is also allesed 
that there was sone diversion of traffic as a result of the 
additional four buses which Were introduced in December 1953 
on the Howrah=Dunjur section in allition to the 12 buses 
which were already runninz on the section, ‘the wescunver 
traffic recovered in the year 4954-055 end hes ben ioe 
or less constant since then. Goods traffic, however, regis ter- 
ed a decline in the year 1954—55. In the subsequent year also, 
althouzh the tonnaze increased ,the traffic in ton niles showed 
a further decline. The decline in zoods traffic in the year 
1954-55 is attributed by the railway to the fact thet the 

from the District Board of Howrah in the year 1950 
Howrah=-Dunjur road, which was taken over by the PW/ ead 


Was repaired later, attracted 1 “ther of LormLes, Ti 33 also 


ait 
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allezed by the railway that since the Sheoraphuli = 
Tarakeshwar road was extended to Chanpadanza Station 
and opened to traffic in the year 1952-53, there has been 
sone diversion of soods traffic fron Chenpadanza st-tione 
Coal, Send, and niscellaneous goo is eh provisions 
constitute the bulk of goods traffic on the railiwoySe Jute 
and potatoes grown in the area nove towendo/-= Howat 
durinz the season and it is allezed that such traffic 
has been diverted larzely to lorries. It will be noticed 
that there has been a constant increase in the working 
exnenses on the railway. The expenses have increased 
under alnost all heads, neiely, zeneral adninistration, 
ordinary repairs and naintenance and operating expensese 
Under the azreenent of the railway with the District 
Board of Howrah, the survlus profit in excess of 4 per cent 
which is the dividend guArantad by the District Board 
to the railway = are distributed Braally between the railway 
and the District Boarde The anounts paid to the District 
Board as their share of profit in the last two years 
have been conparatively snail and this is explained 
laraely by the steady increase in workinz expenses over all 
these years, | | 
De Howrah-Sheakhala 
13. The table below zives the volune of passenzer and szoo0ds 
traffic carried by the Howrah-Sheakala railway between the 
year 1951-52 and 1955-56: 


Passenver treffic mo PpePPoNs 
Oo OF Fasseiaor TS aaa ET. 
passen.ters niles Gareted ney 
1951-52 20, 13,900 2,08,97,009 21,000 —-2,84,000 
1953—54 20,13, 100 1,28,02,000 23,000 2, 39,000 
1954—55 22,80, 100 1,44,42,000 23,000 2, 93,000 
1955-56 18,60,000 1,52, 95,000 19,000 305,000 


The nunber of passenzers fell in the year 1952=53 


but thereafter increased contimzously until sy pe-siatered 
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a heavy reduction in the year 1955-562 The nunber of 


passenzer niles carried also registered a decline in 1952652 
but since then it has been continuously on the increases 
The passenger earnings, therefore, have been continuously 
soinz upe The decline in passenger traffic in the year 
1952=53 was stated to be due to the fect that the road 
between Uttarparatask railway station sens Bastern 
Railway and Kalinpur station on the Howreh=-Sheakala railway 
was reconditioned towards the end of that year and 8 buses 
were introduced on the route between Uttarpara and 
Chanditala station via Dankuni and Kalipur which, though 
not offering direct competition to the light railway, short 
circuitad the route to Howrah fron Chanditala and Kalipur 
end thus affected the passenzer traffic on the railwaye 

The lorry treffic on this road is stated to have affected 
goods traffic on the railways ~The bulk of foods traffic is 
in agricultural connodities like rice and paddy and 
potatoes. The increase in passenzer niles. in the year 
1955-56 1s attributed to an increase in the nunber of 
passengers travellinz on nonthly tickets during the yeeare 
There has been a substantial and steady increase in 
working expenses on this railway since 1951=52. 

6e Arrab-Sasaran 

14¢ The fimres in the table below rive the volune of 
braffic carried by this railway durin the years 1954-52 
to 1955—56s 


assenser Traffic  Gends tra?fic 

Pa336n 77x Fasscn3yer SW oyus "ae Yon; 

carried tiles OresLed tiles 
1952-55 17,46,600 3,11,25,000 40,000 23,48,000 
1953—54 18,20, 300 331,935,900 59,000 32,21,000 
1954-55 18,74, 700 3,44,80,000 51,000. 17,553,000 
1955-56 19, 10,900 3, 56y30,000 76,000 . 26,71,000 


There has been a continuous increase in passen~cr 


traffic on the railway ever sinca 792-53 ara moin tonP Pie 


the earlier 
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too has recently revwistered a substantial growth. Thus, 

the carninzs of the railway have been continously soins 

up since the year 1952-53 when they had received a 

slizht set back. It is stated by the railway nana terrent 
that after the Arreah-Sasaran road was taken over by 

the Public Works Denartnent of the Bihar Governnent fron 
the District Board of Shahabad in 1952, a large nwiber 

of goods lorries started plying on this road, which in 
addition to mods traffic carried sone passengers also, tms 
diverting traffic fron the light railway. The statistics 

of zoods traffic, however, do not afford any very definite 
evidence of such traffic havinz been diverted fron the 
railway; between 1952-53 and 1953-54 min fact there 

was a substantial increase in zoods traffic on the, railwaye 
This is notwitl® tanding the fact that on account of shifting 
of a suzar mill from the area served by t he railway the 
novenents of sugarcane on the railway were areatly reduced 
durin? the yeare Coal, frains and pulses, ballast and 
niscellaneous go04s constitute the bulk of goods traffic 

on the railway, ani excepting foodigrains, all the other 

me commodities rezistered a narked increase in novenent 

in 1953-54 over 1952=53. There has been a constant increase 
in workin expenses on this railway over the Inst few yearse 
The increase.is shared by alnost all heads as i& shown by 
the statistics at appendix IV. The District Board of 
Shahabad under the azreenent with the railway shares excess 
profit over 4 per cent in equal proportion with the 
railway/paid substantial anounts to the Districts so .rld in 
the earlier years, the share of profit followin, to the 


Board in 1954-55 was nil. 
Te Butwa-Islanpurs , 
15. The volune of traffic carried by the railway in the 


last few years is indicated in the table below: 


12 awe 


nlZuw 





wer trafiic. Goods traffic 
Neosr Passen7er Tons 0 on’ 
pas senzers niles foo ds nilese 
carricde carriedse 
1951-52 7,60, 200 1,01, 94,000 13,000 ++,31,000 
1952~53 6,40,400 86, 15,000. 12,000 4, 33,000 
1953-54 6, 78,000 4,135,000 19,000 6,72,000 


1954-55 7,49,400 1,01, 91,000 27,000 5, 57,000 
1955-56. T, 56, 900 91,10,000 30,000 5,716,000 


‘The passenger as well as goods traffic (in terus of 
tonnaze) on this railway suffered a reduction in the year 
1952=53: but there has been a steady expansion in traffic 
since thone The fall in passenger traffic in 1952-53 is 
stated to be due partly to the failure of crops in the 
area during the year. It is also allezed by the railway 
nanazenent that the bus route between Fatwa and Islanpyr 
was sanctioned in Decenber, 1952, ani two buses intro‘uced 
on the route which resulted in diversion of sone traffic 
fron the railway. The bus services on routes between Behar 
Shariff on the one hand and Islanpur, Bilsa and Daniaven on 
the other, which were sanctioned in December, 1952, were also 
stated to have offered indirect coupetition to the rallwaye 
Since 1952-53, however, traffic has been steadily  zo0in.: up 
and the earnin7zs also have revzistered a nore or less steady 
increase. However, the working expenses of the railway have 
registered a sigificant increase with the result that 
Governnent have had to »ay heavy anounts to the reilwoy 
by way of subsidy every yeare 
8e Shehdara-Saheranpurs 
16, The volune of traffic handled by this railway in the 
years 1951-52 to 1955=56 is shown in the table belows 


Passenvers traffic Goo is tra?Zic 

Wow of Fassen ter Tons of orn, YtTes 
passenfers Miles (000) goods (1909) 
Carried. carried, 


RAGS 


13. 
1952=53 50, 38, 900 1,00)236  2,22,000 8,824 
1953-54 50, 34, 300 99,819  2,40,000 8,644 
1954-55  50,98,500 _1,01,339 2,48,000 8, 7% 
1955-56 54,62, 700 1,08,505  3,23,000 9,510 


The passenger traffic fell in the year 1952-53 
but renained alnost constant thereafter for about 3 yecrs 
uktil it recovered azain in the year 1955~56. The 
recovery in terns of passenger miles durin, the yeur, 
however, was not very simificant, because the averate 
lead of passenger traffic suffered a reduction duriny the 
year. Goods traffic went up alnost steadily after 195253 
and in the year 1955—56 it revistered a notable increasee 
The Shahdwe-Saharanpur railwey carries substantial frei zht 
traffic, the principal con odities novin.; on the railway 
being suzarcane, suzer, jaggiry wheat and other zyrains, 
mr and nolasses « While 20003 earninzphave been »oing 
up since 1950-51, passenzer earnin 739 suffered a set-back 
in 1952-53 and were alnost ddnstant thereafter for about 
three years until they recovered in 1955-56. The working 
expenses heave been increasing substantially throu shout 
the period 1949-50 to 1955=566 This is stated to de 
due partly to the expansion of services and vartly to provi 
ion of better anenities to the travellinz public. Under 
its terns of agreenent with Governnent, the Shahdara~ 
Saharanpur railway shores the surplus profit over anid above 
4 per cent with Government in equol proportion. If in 
any year, however, the profitéare below 4 per c2ni, dovern~ 
nent does not zive any subsidy to the railvaye The anount: 
paid to Governnent by the railway in recent yecrs have 
been substantially snaller as compared with the years 
1949=50 and 1950-51 and this is explained largely by the 
increase in workin.: expenses which has outeveaced the increase. 
in earningse The fall in passenzer earninzs in 1953 


on this railway is stated to have been the effect of 14, 
3 ee 
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introjuction of pus services over routes running paratiel 
to two sections of the railwaye ‘Bus services were 
introduced on Saharanpur-Ran~pur-Manhyaran Section in 

June 1952 and on Baraut-Bagpat Road section in Septenser 
1953 and these led to simificant A ¥orsion of tratfic 

fron the railwaye Traffic in sugarcane, sugar, gar and 
wheat in 1953-54 and 1954-55 was somewhat reduced as 
conpared with 1952-53; but this was not due to any 
competition from roai servicese Shanli, a station on the 
railway used to be a storin.z centre for wheat upto 1953 
When wheat was a controlled com:0 litys ifter the decentrol 
of wheat, its movements fron Shadi have droyned downe 

The lower traffic in sugar and sugarcane was the result of 
reduced production. 
9e Dehri-Rohtass : 

17~ Unlike other railways, a Dajor part of the earninss 
of this railway cones fron goois traffic and the passenzer 
traffic on the reilway is not very sigificant. The table 
below gives the nunber of passengers and tons carried by 


the railways durtn.* 1951-52 and 1955-56. 


Noe of passen7ers “fons carried 
1951-52 3,37, 326 5, 96, 189 
1952=53 3, 36,045 6,18, 371 
1953=54 3, 50,171 5, 92,600 
$954-55 3, 70, 954 6,16,077 
1955=56 3,541,425 6,535,492 
The passenzer earninss revisterei a small ivclino in the 


year 1955~560 Goods traffic declined in the year 1555=54, 
but has been steadily going up since then, It is a 
noticeable fact that the workin expenses on this railivay 
heve not recorded any increase in the Last about four years 
and the operatin7 ration on the railweys is the lowest as 
conpared with all other litht railways. Im no year in the 


recent past the net xx profitRenamed by the rcilwavs have been 


16. 


less than 15 per cent of the capital at charges Jé mast ano 
line and cenent constitute over 9 per cent of 70018 traffic 
on this railway. By u far the najor pert of the traffic 
in these commodities relates to the Rohtas Industries 
Ltd. Thus in 1955-56, of the total goois traffic of 
6, 53,492 tons carried by the railway, linestone alone 
accounted for 5,43,749 tons, of which 5,19,335 tons were 
for the Rohtas Industries. Coal and sugarcane are the 
only other inportant connodities and the bulk of these too 
is perhaps for the Rohtas Industries. The railway caters 
largely for the group of industries and therefore stenis as 
a class by itself. It will not thus be easy to compare the 
au working results on this railway with the other li cht 
raillwayse 
10. DBukhtiarpur-3iher Licht Railways: 
18, The table below gives the volune of passenzer and zoods 
traffic carried by the railways during the years, 1953=54°to 
1955-566 

Noe of passenzers Passenzers No. of Mde 


niles Mdse niles 
1953=54 11, 28, 280 1,48, 94,680 9,48,550 17083539 
195455 8B, 42,247 1,03,02,489 8,77,597 16514731 
1955=56 8, 16,866 1,26, 75,142 10,24,058 24273551 


The traffic on this railway is affected by tle Mela 
at Rajeir which comes once in two yzers and there is a 
substantial difference in the earninzs usually »esween the 
Mela and the non=Mela yearse All clone the wilwy thors is 
a road on which a larze nunber of passenzer buscs and lorries 
operate. There is pyverthoeloss sufficient traffic offering 
on the reilwaye The operating costs on the railway beinz hi zh, 


the railway are working at a heavey 1083. 
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CHAPTER IIL 


The extent of competition 
offered by the bus services ~ 
A broac Urveye 


a 


19. Tn this chapter we make a broad survey of the position 
of the bus services running in competition with the light 
railways. Not in all cases eae the Study Tean in a position 
to obtain all the relevant infomation fron the railways 

and the State Governnents of the District Authoritics 
concerned. No authoritative infornation was available 

in particular about the total traffic offering existinz 

as well as potential, on various routes and the tcan 

had no tine to conduct detailed traffic survey8e In this 
natter, the team could only go by the feneral iripression 
forned during the course of its brief tours over the railways 
or such evidence as was available fron the local outhorities 
andtharepresentatives of the traveljing public whon the tean 
net for zeneral discussions. Sone infornation was aveilable 
in the Railway 3oard, which had been collected earlier as a 
result of the surveys conducted by the technical officers 

of the Indien Railways and to the extent possible this = 
has been nade use of by the tean. Ferro copies of the neps 
showing the ali gent of these light & Railways in relation 
to conpvetitive roads and contiguous 3.G. Railways are attached 
as indicated belows- 


Ap endix Ve~ Showing the followin? Lizht Railways in West 
Benzal = Scale 1" = 8 miles apvrox.e 


Ahnadour=Ketwa 
Bankura=Danodar River 
Dur dwan-Katwa 

Kali that-Falta 
Baraset-Basirhat 
Howrah-Anta 
Howrah=Sheakhala . 


- Showing the following Iight Railways.in Dihere 
Appendix IV. = g its ay peat 
2 x Scale 1" = 16 miles approx. 


Arrah-Sasaran 
Bukhtiarpur_Siher 


Nak ye tinier 


wll = 
Futwai=-Is lanpur 
Appendix VIIo -- Showin Shahdara (Delhi)=Seharanpur Ii zht 
: Railwey in Uttar Pradesh = Scple i" = 16 
niles approXe 


te Burdgwan-Katwat 

20. There is a roai in existence which runs parallel to 

the railway truck, It is a netalled road 36 niles long and 
is in fairly good conditione There are in all 14 stage 
Ccarriaze pernits issued on this roade The buses operating 
on the road are owned either by private individual operators 
or privete limited companies. Of these, 8 perforn round 
trips alons the read fron 3urdwan to Katwa-and the remaining 
six cover only part of the routee The train services 
provided on the li ght railway are adnittedly inadequate; 
there are only 3 up trains fron DBurdwen and.2 down trains 
from Katwa on all the days of the weeke &Sdditional trains 
provided are 2 up and 2 down once a week, one up and one 
down twice a week, 1 up and 1 dow on 5 days in the week, 
and 1 down on 6 days a week, Again mw the tining of train 
Services is such that there are lonz intervals of 4 to 5 
hours between two consecutive tr:in services even on days 
when the Services are most frequent. The bus services 

on the route are thus required to neet fully the needs of 
the travelling publice A survey conducted by the officers 
of the Indian Government Railways some tite back revealed 
that on an averaze 940 passen.zers were travellins every day 
by the bus services. The survey officer noted thet the 
train tinin7zs were such thet there were wide SOS Detworn 
the startinz tines of the train services ani thet the 
passengers preferred to go by busos only when the trains 
were not availablee It cannot, therefore, be said that there 
is any unfair conpetition between the bus and train servic es. 
&s rezardis goods treffic, there dre stated to be 215 lorries 
in the entire district of Surdwan, but no lorry is svecifi- 
cally earmarked for this moad, the pernits beinz valida for 


the district as ea whole. Tha enasiysis of trmePffic trenis in 


OMe 


hed 
the orevious chapter did not reveal any diversion of 


traffic, passenger or goods, having occurred in the last 

few yearse In fact, ‘on account of several irrigation 
schenes of the Danodar Valley Corporation and other 

projects in this area it is expect2i that both goods amd 
passenger traffic will increase in the conin; years and 
there will be scope for operation of buses on a larger 
acale, unless the railway facilities are expanded 
adequatelye 

26 Ahnedpur-Katwas 

214. There is no conpetition worth the nane fron bus 
services on this railwaye ‘Ahnedpur-Katwa road for about 

20 niles rins parallel to the li mht railway; but only 

over the first 8 niles, that is from Ahneipur to Iabpur,. 
the road is notorable and that also in dry season onlye 

The 12 niles’ of roai fron Iabpur to Remjibanpur is in a very 
bad condition and is fused by bullock~carts only. At 
present no bus pernits have been isud for this road. Durins 
the second plan period, however, the entire length of the 
road is to be inproved into a netalled road, end with the 
growing needs of traffic in the erea, there is every 
likelihood of bus service beinz introduced on the road 

when conpleted, The State Governnent feel that the railway 
should inprove the quality of their services end provide 
better anenities 80 that they can stand conpetition fron 
bys services in future. A sumr nill of 600 ton capacity is 
proposed to be set ‘up at Ahnedpur by M/s, National Sugar 
Mills Idiited, ‘his schene has been Sponssred by Governnent 
and Will be assisted by the Ministry of Rehabilitation. It 
is expected that 8000 naunds of sugarcane will aiee every 
day for 6 nonths in a year, that ie between Decenber and 
May, 6000 c&unds on AeK. Railway and 2000 naunds on 3K. 
Railway. In orier to provide for this additional traffic 

a8 also the nornal growth of traffic in the area, the two 
railways will have to provide additional facilitiese The 


nanagenent of the railways are o.lrea‘ty conracious of this 19 20 


«ie 
fect but are doubtful whether they will be able to 
provide the resources required for the purposes 
36 Bankura~Danodar Rivert 
226 k veal runs parallel to the li mt railway between 
Bankura, which is the terminus of the light railway, and 
Indus, a station 34 nilea fron Bankurae Between Indus 
and Rainagar there is no road at present although there 
is a progranne to conplete this section of the road 
in the near futures On the completion of this section 
the road will be extended over the entire len~th of the 
light railwaye Five stage carriage permits are issued 
on the road parallel to the railway. Public carrier 
pernits are issued for the region as a whole and not for 
any particular routes There is no evidence to show that 
there was any diversion of traffic from the railway to bus 
services in the paste 
4. Howrah-Antas 
23e There is a netalled road running parallel to Howrah-Ant: 
railway for a distance of 13 niles gw up to Bargachiae The 
road is ‘likely to be extended upto Antae Direct bus 
competition at present exists on the 9 nile section between 
Howreh Maidan ana Dunjur.e Sixteen atege carriage permits 
are issued on this section of the roaie Of these, 12 
are. with a private linited donweny and the renaining four 
with individual operaters . The railway authorities fear 
that these pernits night be extended any day.up to Dargachia. 
It is alleged in fact that fron March, 1, 1957, a bus route 
consisting of 20 buses normally running between. Howrah 
station and Kadantalla was extended to run upto Bargachia. 
Also 10 buses on another route were perni tted to run fron 
Dunjur to Howrah station instead of Durjur to Kadantala ag a 
tenporary neasure upto 15th March, 1957, and subsequently 
orders were issued by the Beional Transport Authority 
to continue this arranzenent. Iater on a representation 


fron the railway company the natter was reviewed by the State 
2O.ee 
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Government and these extensions were cancelled, It is 
allezed by the railwey that durinz the month of March, 

1957, on account: of extension of buses to Bargachia the 
railways suffered a loss in passenger and goods earnin ss 
to the extent of about Rse40,000. | 

5e  HowrahShekhalat 

24. The old Banaras road known as dhaliya Bai road runs 
parallel to the Howrah-Sheakhala railway upto a place 

called Bksara = a distance of | 4 miles. The road between 
Salkin in Howrah district and Chanditala in Hooghly ijistrict 
has already been netalled under the First Pive Year Plan 

and the remaining 10 miles of the roai between Chanditala 
and Sheakhala is proposed to be tarred under the road 

pro zranne in the Second Five Year Plan. This part of 

the road at present is unmetalled end = transport vehicles 
above 14 ton are not allowed to operate on the entire length 
of old Benaras Road. No stage carriage permit has been issued 
on this road so fare The railway nanazenent however, inforned 
the Study tean that fron 6th March, 1957, | a route of the 
State Transport Service was extended to Kona Station on this 
"Sadi lway and this bus service caused sone diversion of traffic 
“fron the railwaye 

66 <Arrah-Sasaran} 
25. The entire length of. the Li ght railway runs parallel 
to a district board road now transferred to State Prblic 
. Works Department which connects Arrah and Sasarate The bus 
service operating between Arrah end Banaras vic Sasaran = 

one trip a day « is said to offer some conpetition to the 
Yailwaye It is doubtful, however, if this involves any 
substantial loss of traffic to the railwaye The railway 
nanavenent alleze that they have. suffered loss of goods 
traffic which is carried by a larze nunber of goods lorries 
operating parallel tq. the railway, there are as nany as 80 
pernits granted by the South Bihar Rezional Transport Authority 
and 276 by the State ‘Trenaport Authority which ereeae in the 


Oe 
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area served by the railway. As stated in the earlier 
chapter there is no eviience to show that there hes been 


any simificant diversion of traffic fron the railway to 


roade 


Te  FPutwaelslanpurt 
26. The first half of the alignment of this railway, that 


is upto a distance of 13 niles, is on the side of a district 
board roade Along the renaining portion of the alignnent, 
there is an unnetalled road which renains impassable during 
the monsoonse ks stated in the earlier chapter, the bus 
route between Fatwa and Islanpur operates in direct compe- 
tition with the railway, and the routes between Bihar Shariff 
on the one and Islanpur, Hilsa and Daniavan on the other 

are alleged to offer indirect conpetition to the railways 
There are 524 pernits granted by the South Bihar Regional 
Transport Authority and 314 by the State Transport Authority 
which operate in the area served by the railway. There 
is no evidence to show that there has been any substantial 
diversion of traffic from the railway to the roads The 
railway nanazenent have been naking couplaints to the Bihar 
State Governnent that the mods lorries in contraventiom 

of the provisions of the Motor ¥ehicles' Act’ have been carrying 
passenger traffic also. Ther problem is nainly of proper 
enf»rcenent of the few and the fea zot the inpression 

fron the State Governnent representatitves whon they net 

that the Governnent were anxious to take all possible neasures 


to prevent this illegal practice on the part of the operatorse 


Se Shahdara-Saharanpure 

27- A road = 95 miles lonz = runs all alons the railway 
alimment connecting inportant stations on the railway, 
nanely Khekra, Baghpat, Baraut, Kandhla, Shanli, Thana, 
Bhavan and Rampure The portions of roais between Shahdara 
and Baghpat (20 miles), near Shanli (2 niles) and near 

Alun (3 miles) are unmetalled, Some of the Ketcha portions 


of the road are at low level and traffic on then has to be 
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suspended during the rainy seasone In all 72 staze 
carriaze pernits are issued on the road of which two 
are for the entire length of 100 miles between Delhi 
and Saharanpur ani the remaininz operate on perts of the 


roads as indicated belowt= 


Nane of the routes Distance in niles Noe of permitse 

Deihi~Saharanpur 100 2 

' Saharanpur~Shanlt 40 10 

Shahdra-Bazput (parallel to 
40 6 the railway 

Bareit=-Chaprauli upto Baraut) 

Delhi-Sahadara 5 ' 

Bagput—Baraut-Kotana 

Meerut-Chanprauli 58 §3 (Parallel to the 


railway only 
between Bagput z- 
end Baraut - a 
distance of 2 
niles. Six 
services are run 
daily wig upto 
Chaprauli and 
20 upto Baraute ) 
We have nentioned in the earlier Chapter that the 
‘"‘y,ailway nanagenent attribute the fall in passenger traffic 
on the railway in 1952=53 and 1953-54 to the diversion of 
traffic to the bus services which were introduced during 
this period over two sections of the road, namely Scharanpur- 
Ranpur=Manhyaran and Baraut-Bazpate We have exanined nonthly 
figures of passenger traffic carried by the railway over thes 
-4gections for about 3 years after the introduction of bus 
services on these routes. The fires show vide variations 
between various months; but the general trend of traffic 
between some of the stations over these sections in the 
years 1952~53 to 1954-55 was slightly. downwards; and un= 
doubtedly the railway lost some traffic to.the bus servicese 
According to the infornation supplied by the railway to the 
tean, 17 more buses started operatinz on Saharanpur-Shanli ~ 
Delhi road recently in March, 1957; these permits are alleged 


On 
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to have been transferred to this route fron Meerut-Garh 
-youtee The nunber of buses operating between Saharanpur and 
Shanli as a result of these additional permits has increased 
fron 9 to 16 and this is atated to have affected adversely 
the traffic on the reilway over this section, the nunber of 
passengers booked between verious stations on the section in 
April and May, 1957, being 76, 394 and 1,81,569 as against 
404,227 and 1,60,577 respectively in the corresponding 
nonths of thepreceding year, The railway nanazenent have 
represented azainst the issue of these additional pernits 
on sections parallel to the railway. The UeP. Governnent 
are understood to have decided to issue 85 additional bus 
pernits on the Delhi-Saharanpur road as soon PS re is 
completed, The section of the road between Sahedara and 
Bazeput beinz already under construction, the road nay not 
take long to be completede The UsPe Governnent it is 
alleged, have to issue the additional pernits on this route 
because they have a pro.zranmne to nationalise sone other 
routes fron where these pernits will have to be transferred. 
The contention of the railway is that the traffic needs of 
the area do not ainit of any additional pernits being issued 
on the routee They have filed their representations to the 
State Transport Authority and have been pressing for a 
decision but are not hopeful whether the State Governnent 
will give due rezard to their interests while issuing the 
additional pernitse /the facts and figures produced by 
the railway nanagenent before the tenn it appears that the 
additional train services introducei or Seatine capacity 
provided by the reilway during the last few year-s was 
not followed by correspondinz incréases in traffic on the 
railway and that the traffic over a period of 3 years remaine4 
alnost stationary. 
9e #$DehriRohtas; 





2e¢ All along the railway alimnent there is notorable 
road which was recently inproved vith a view to providing 


@ road connection to the tron weeite Aannaite se 4 


wo te 
gnjowe shills. Theres are 3 suses oneratinz on the road 


each havinz one rouni trip a day and these are stated 

to heve diverted sone pessenzer traffic fron the railway. 
However, as stated in the ~receédinz Chapter, pessenzer 

traffic form only a snell norcentaze of the totoel traffic 

on this railway. Goods lorries also overate on the roails 

but in the peculiar circunstances in which this railway is 
workin. there is not Much conpetition between the road 

services and the railweye 

10. DBukhtiarpur-Bihar Shariffs 

29, Patna-Ranchi Stete Hizhweay runs parallel to the lisht 
Yrailwey throuzhout its lenzth fron 3ukhtiarpur to Rajgir. Besides 
the bus services operatin: between stations on the light railway, 
those operatin.s between Patna and Ranchi, Patna and Nawadah, 
Nawadah and Mokanah (via Bukhtiarpur), Patna and Bihar and Patna 
and Sheikhpur all compfete with the lisht railway. Five buses 
each havin? a round trip a day convete all alonz the lenzth 

of 35 niles of the railway and in adijition there ere 19 buses 
which have round trip one each a day over one or the other 
Section of the railwaye There are besijes hundreds of lorries 
operating onthe route} as many as) 996 wods lorry pernits 

are issued for the revion by the South “Lhar Re tional Transport 
Authority and 346 by the State Transport wuthority. The 
traffic on the route consists nostly of silica stone, road 
metal, coal andi potatoes. The lorries take a substantial part 
of this traffic. The Yailway vanezenent aitens that they have 
Spare capacity on the naiaay which iven proper facilities 
could be put to use, provided there is no undue conpetition 
fron road gervicess The teen are, however, doubtful wheter 
the railway constituted as they are at present, can provide 
capacity sufficient to meet the traffic needs of the areae 
Conclusions 

30e The above broad Survey of the existinz cousins of 
competition between the bus services and the licht railways 
will seveal that at the nonent there appears to be no serious 


problen arisinz fron Jirect conpetitton between the tvo neang 


yr 


m2 
of connunication which will demand any very urzent 
renedial measures, except perha js on, ShahdarasSaharanpur 
railway where sone additional pernits are likely to be issued 
and Bukhtiarpur-—Dihar=Shariff railway where the 
problen nainly is of proper nanazenent of the affairs 
of the railway with @ view to utilisinz its capacity 
more profitablye We have noted above that the existing 
‘roads runninz parallel to Ahnedpur-Katwa, Burddwan-Damo4ar 
River, Howrah-anta, Howrah-Sheakhala, Futwa~Islanpur 
andi Shahdara-Saharanpur railways are either to be 
dinorovea: extended or maie notorable all along their lengths 
-in the coming few yearse With the completion 6f these 
roads, it will not be possible for the Stet: Governnents 
to resist the denand for introduction of new bus services 
particularly when on sone of these routes the available 
transport facilities are not by any means considered to be 
adequate and will be less so in future when the traffic 
needs will expand with the developnent activi ty now 
going on in the areas served by thon, If the light railways 
are to continue operating in these areas, as in nost cases 
they must, their interests will have to be safesuarded while 
the road services are expanded in these arease Suitable 
adjustnents will therefore. have to be nade which while. 
providing for healthy conpetition. between the two means 
of transport will leave then the incentive to provide the 
quality of service in keepinz With the needs of the tines 
This is a subject to which we shall revert in the trext 


Chapters 


we 
CHAPTER T¥ 


The Principal Consi‘jerations 
attecting the Future of ti2nt 
Roi Lw ayYSo 


31e In the precelin+ Chapter we surveyed the vroblen 

of competition with the road services which has to be 
reckoned with seriously in any consileretion of the 

future of light railways. The threat of conpetition 
fron.road services looms larze over the nana-zenent of 

these railways and creates a feelin; of uncertainty in their 
nind about their future. There is a growing feeling anong 
the general public also that the light railways are an 
outmoded systen of transport which, except perhaps in sone 
hilly areas, mst sOner or later give place to shite nore 
hodern systele Tt is against this background that we have to 
rEview the various eapects of the workinz of these railways; 
for whether it is the question of providing better anenitics 
to the travelling public, or introducing econonios in the 
working costs or providing for rehabilitation of assets, the 
decisions the manazenerts of the railways take mst 
necessarily be influenced by this feelinz 6f uncertainty 
about their future, The gtudy team did not have the tine 

or the neans to exanine in ninute detail these other problensc 
of the light railways, nor was a very detailed stuijiy of 
these considered quite necessary for ‘tho purpose of the 
present inquirye In this chapter we propose to discuss 
briefIy these probleme 

Hi zh Costs of Operation 8 

32e In the study of working conditions of the Ii zht Railways 
in Chapter II we have draw: point 21 attention to the increase 
in working expenses of nost of the -i tht railways which has 
been disproportionately heavy as compared with the increase 
in earnings of these railways over the aust few yearse The 
increase in working cxponsuw/is ascribed to séveral causes, 
nost notable anong these beinz the rise in wabscs the 

hizher costs of renewals ani repairs ani the all rown4 


increases in operatinz costse On sone of the Yailways the 
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the hi.wmer costs are stated to be the result of expansion 
of services provided by the railways which has not been 
followed by a proportionate increase in traffic owing, 

in cases, to the showeh of bus colpetition.e We have 

not been able to zo into deteils of these factorse 

What hes struck us nost is the wide variations shown 

by the figures of avera,ze operational costs on wrious 
railways or for that natter on the sene railway over 
various yearse According to the fiwres supplied by 

the railway nanazenents, the avera 7 cost per passentzer 
nile has varied between as low a Zigure as 305 pies and 
as high as 10.02 pies.» The variations in fires of 
averaze cost per ton nile are wider still; the ranze being 
24 to 220 piese Where the costs of oriimry rehedilitation 
or renewals are jie vit2i to reveme account, there peing 
no separate funis set apart for rehavilitation as in the 
case of Futwa~Isla.2pur or Arrah=Sasaran railways, the 
wriations in workinz expenses from year to year can 

be wide depen jing upon the exenditure incurreion 
rehabilitation or renewel in any. sinvle year on the reilways 
On the other hand where the railways have Separate reha= 
bi litation funds,..such wide, variations cannot be easily 
explaineie Of the 10 railways coverei in this survey 

as nany as 4 are subsidised by the Central Go vernnent, 
nanely, Durdwan-Katway Shnedvur-Katwa, Bankura=Dano Jar 
Rivereani PutwaIdslanpurs The Governzent of Iniia share 
the excess profits with the ShahiataSaharmnpur railwey end 
are, therefore, interested in the financial results 

of this railway althouth they Jo not have to suosijlise the 
railway for itsflossese In the case of the renainin: 5 
railways, it is the District 3oarid authorities who are 
vitally interested in their fimncial results because they 
have to subsilise the workinz of the railways in case the 


returns on capital investients are below specified linits. 
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Obviously, in all such cases it is the zeneral tax-payer 
who is concerned ultimately for any subsidies peid to the 
railways and there should be some check over the 
working expenses of the railways by the authorities « 
Government or District Boards - who have to subsidise the 
workinz of the railways. Whether the Distriot Board 
authorities are competent to exercise any such cheok is 
a doubtful proposition, The Indian Railway General 
Code provides thet the capital and revenue expenditure 
of the lizht railway companies will be subject to 
Government approval in the case of all the light railways 
which ahare their surplus profits with Government or 
which Government has to subsidise in order to bring their 
net earnings to tho levels of quarontocd interestse Again 
in the case of railway companies in which Government have 
financial interest, the contracts with the Government 
provide for appeintnent of @ Government Director on the 
Board of the conpanies with a power of veto on all 
proceedinzs of the Board. Thus in the case of Government 
subsidised railways or railways with which Governnient have 
contract for sharing profits tho Railway Board exerciso 
control on the working expenses. Whether that control 
is adequate or not is a matter into which we could 
not 30 in detail. We have, however, reasons to suggest 
that the existing arranzenents in remrd to the supervision 
of the Rei lway Board over the lizht railway connanies 
need to be reviewed so that if possible furthor steps 
can be taken to make the control nore effectivee In the 
case of the other light railways with which Governmont 
have no contract, suitable arranzenents for supervising 
the working of railways will deserve to be considered. In 
the case of the roilways in which District Boards have 
financial interest, the Indian Ratlways could. perhaps 


be asked to exorcise some supervision on behalf of the 
29 <0 @ 


0a 
District Boards. We would recommend this nattor 


for considerction of Governnente 


The Obli mtion to provide Resonable 
Weandari o? 3g 


CPVL CGS 
33e AS Stated carlicr, the Governnent of India have 
beon eonoerned about the inability of the li cht 
roilways to provide reasonable standerd of sexyvico and 
enenitios to the trading or travelling public. Within 
the rosources available with the light railways, stcps 
have been taken in recont years to provide better ancnities 
particularly for passengers, In the course of our brief 
visits to the railways we were inpressed by the standcard 
of anenitics proviijed at least at some stations on sone 
railwayse Thus, on the railways controlled by Martin 
& Burn a nunber of railway buildin were re~nodelled 
recently and covered accommodation and other amenities 
proviied for waiting passenzerse At important stations 
coverei platforms have also ben provided. - The notable 
anong the new buildings oonstructed recently are those 
at Shahdera and Shanli over tho Shahdara~Saharanpur rei lway 
and at Putwa on the Putwo-Ielanpur railway. Where 
electricity is aval lable, staticns have’ been electrificde, 
Lavatories have boen ° provides at all inportant stations 
and further work is in progress in this regard lepending 
upon the resources avai lable with thesé reilwayse At sone 
stations drinkin; water arran zonents provided by the railways 
ore really gfoole Efforts have algo been nate for inproving 
the passenger coaches by fitting then with infiprovoed type 
of benches ani bath roons ctce M/s Martin & Burn 
have naie a beginning in installinz fans in sone lower 
Glass coaches over Horwah-Anta ani ‘Shahdara ~Saharenpur 
railways as. an experinental Measurce AS indicnato! in the 
earlier chapter, the cost of all such anenities ultinntely, 
falls on the general tax=payer in cases where reilways: 


aro subsidised bv niin aw WS 


30. 
these difficult rezions the prinary necd is to provide 
for nore accommo lation in trains and to ensure remlearity 
of service or nore frequent service ani the enphasis 
should be on these aspects of improvenent rather than 
on proviiing anenitics in the forn of raisei or covered 
platforns or coaches fittei with fans. The reilway 
nenagenonts apnear fully conscious of this, but as 
stated carlier in this report, with the present uncortainty 
about their future, they cannot be expected to nake 
any large-scale investments in these directions e 
Rehabilitation Requirnents of the Ti git Raiiwayss 
34, All these light railways cane into existiice 
several iecales back ond nost of the stock on the 
railways has becone over-azeile Ronewals ani replacenents 
have not been made accor linz as they fell wee Even on 
Indian Governnent railways replacenents nee oe be 
postponei for a lonz tine first because of — finoncial 
position durinz the depression and secondly because of 
aifficulties of procurenent during the war and it is 
only unier the first and tho secon five year plans 
that large provisions have been maie for rehabilitation 
prosremnes on these railwayse According to such infomatio: 
as wefcould readily obtain, the position in retord to 


over=agei stock on sone of the railweys is sumnod up as 


unders : 
‘Nunbexy above the age of 30 yoars as compared 
Railways With total miib:. 3 OD UNGe : 
ach bo@ies Yous - ~~ CC” mane 


t 4 wrelcrs 





® 


Howrah~Anta 12 out of 114 66 out of i04 16 out of 27 








Howrah=- oy ? 
Sheakhala 1 out of 39 L411 #1 2 out of 5 
Putwah- oe a 
islanyur = 6 out of 11 16 out of 22 All the 3 
Shahidara= 
Saharanpur 10 out of 67. . +215 out of 269 10 out of 19 
Arve | | 
Sasaran 2 out of 32 49 out of 139 7 out of 11 
Rohtas 7 out of 12 FQ out. of 574 5 out of 16 


woo 
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On the Burdwon-Ketweh, Ahnedpur-Ketwah and 

Burdwan Denojar Rivery railweys all the coaches, we.9ons 
ani engines in use are stated to have been there since 
the inception of the railways; perio tical overhauls 
of course were Jone to these but oonplete replaceients, 
where ijuc, were postponeie The position in rezari 
to the overazed stock on Bukhtiarpur~Biher Shariff 
railway is nuch worses 
35. Tho Dehri~Rohtas railway were steted to have a 
balance of Rae26 lskhs available in the leprecietion fund 
as on& 34st Morch, 1956, with o programe to replace all 
the stock above 30 years within the next five yearse In 
addition, the railwey are considerin,, a schene to strangthen 
their track to facilitate operntions of heavier engincse 
The position in rezori to other railways is not quite so 
easy. Tho rehabilitation requirments of Martin & Durn 
group of reilways as olso the funis available with then are 
in cated belows- 

Rehabilitation. § Funds likely to be 


roquirnentse _ nade availablese 
<i ke. 1okns) 


Howrah~Anta 33086 | os 6025 
Howrah-Sheakhala 10059 “A 1625 
Putwah~Isienpur 22943 3 eT 
Shahdara-Saharanpur 24,30 ae — 20¢e0 
Arrah-Sasaran 38063 5e0 


In the caso of Ahnodpur-Ketwo, Bur lwan-Kotw and 
Bankuge-Dano iar River railways, there are no Bpecific 
funds for rehabilitation ‘purposes and oll expontiture 
on rehabilitation or renewals is debited to revenue accomt :. 
Requirnents for rehabilitation ere quite heavye The 
rehabilitation requiments on Bukhtiarpur—Dihar Shariff 
Railway were estinated in’ 1950 at Ree4 lakhs when. the reilwey 
wes taken ovor by the District Board of Patna. The present 


requirnents are much nore, thouzh the oxact information is 


not availablos, 


we 

36, While tho resources position of the railways is 
generolly very tight, some of the railways are confronted 
with the problen of creating additional capacity so os 
to neet the growin needs of traflice Thus, for 
instance, the Howrah~inta railway hes a schene to double 
e portion of their track, renotel the yari ot Bowreh 
Meidan ani purchase some nore rolling stock; Howrah= 
Sheakhala, Putwa-Islempur, Shahdare-Sehardnpur and arreh~ 
Sasaran reilways all need sone ailitional stocks Ahnedpur~ 
Katwa ond Buriwan-Katwa railway willnoed to provide 
additional facilities so as to nect the growing dénands 
for traffic in that areae Figures have been given by 
Martin & Burn Group of railwsys regarding their requirnmts 

of funds for adiitional facilities which are stated to be 
urgently required on theso railways and these are; Howrah- 
Anta Ree33086 lokhs, Howroh-Sheakhala Rae1s37 lokhs, Futwa- 
Ielanpur Rs.0260 lokhs, Shahdara-Saharanpur Rs.22e80 lakhs; 
Arrah-Sasaran Rse3e0 lakhse No such figures for other 
railways ore ayatidolee While 4t nay be possible to 
stagger expenditure proposcd +o ‘be inomrred by those 
railways on the expansion of capacity, sone part of the 
expenditure may have to be inevitably incurred if the 
railways have to ueet the growing neods, consilering 
particularly the needs arising from the developnent activity 
which has been uniertaken in tho arees concerned wnier the 
Five Year Plen. ZBvon where the railways cen provi le 
their own funis they are hesitant to incur expenditure in 
view of the provailinz uncertainty about their futuros 
In certain other cases the railway have genuine 11fficulties 
in naking aveilable eny funis at all, 
Schene for expansions 
37e In the present atmosphere of uncertainty, the light 
railways cannot obviously entertain any very biz senaniee of 
expansion or extension. Howpver, there heve been lonands 
for oxteneion of these railwovs Pron tine to tines The Dehri= 


Rohtas rohoony submitcued & a actlos: be tha Tee 
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Reilway Board recently for extension of the line fron 

Pipar ih (the point to which the line is beinz extended 
with the Company's own resources alrendy) to Chopay a 
distance of 45 nilese Chopan will be a station on BeGe 
Railway line alrealy under Sonateuceton between Chirk and 
Pipris It has beon statei by the raLlwoy monazenent 

that this oxtension will providc a link with B.Ge Railway 
which will enable all up-country traffic ffon the area to 
by-pass Moshalsaroi. A gront deal of development is 
envisaged in this area in the cominz fow years. The Rohtas 
Industries Lti, have appliel for installation of 3 cenent 
plants at Pipariih 4 whore large reserves of lineston 
doposits have been discoverede Already one nore cenent. 
factory of 350 tons per day capacity is beinz put up at 
Benjari station on the light railway and M/s. Ashok Cenent 
Ltd. have been granted a @ licence for a plant of 280,000 
tons per anmun capacity ond M/8. Kalayanpur another licence 
_ of { lelkh tons per annum capacittye When all these 
fectorias cone up it will be tifficult for Dehri-on-=Sone 
yard to hondle ali the traffic and in the opinion of tho 
railway nana zenent it may be necessary to distribute the 
burden of. traffic so thrt all tho upcountry. traffic could 
be routed through Serweh=Pipri line to which the conpany 

is proposing extension of tho light railway. The Dehri- 
Rohtas railway have not stated whethor they would nced 

any financial help fron Governnent for the proposed extension; 
in all probability, thoy may neci sone assistancee The 
proposal 18 already unier the conad teretion of the Railway 
Boarde On tho Howrah-anta Rad lway there has been oa denend 
for extension of the railway line fron Munashir to the 

dm bank of Damodar river ana for enother oxtension beyond 
Anta across the Danodar = a distance of 8 niless On Howrah= 
Sheakhela there has been @ demand for extension of tho line 
fron Sheakhala to Sipahi mchi ~ 7 distance of 3 niless On 


Futwa=Islenpur the public hai represented for extension 


i) 
Cad 


unto Khute.zanj, a distance of 4 miles fron Islanpure 

On Shahiera =~ Scharanpur railwny a proposal was male by 

the Contral Ministry of Rehabilitation for a rail link fron 
Barout to Mcerut ani then frou Meerut to Masitenapur, a 
distance of 34 niles. The Bankura -Danodar River railwoy 
have hai an old schens for takinz the line upto Burdwan 

so that all the three railways nanely, 4X, BK, and DDR 

can be linked tozethere 411 these schenes have sone neritse 
However, in the existing circunstances, it may not be 
dosirable to exteni the lizht railways unless it is 
absolutely necessary in the sublic interest to do S0e 

The scheno of the Dh -Rohtas nerits spoctal consideration 
of the Ministry of Railways unless that Ministry sre 
confident that the allitional traffic arising fron the 
develonpnent schenes in the area can be providei for by 


alternative nucanse 


Scales of pay and conditions of work for the Staffs 


38e The tean received representations fron the staff, oral 
as well as written. ‘he general conplaint is that the pay=- 
scales of the operational staff on the light reilways compare 
unfavourably with the staff on the Indian Governnent 
railways and that the hours of work are cormaratively 
longer on the lizht roilwayse Generully, however, tho 

teen got the impression that tho staff are nore or less 
contented with their present lote ne teana have no clear 
evilence to show thet there is eazy leakaze of revonuc on 

& large scale. However, they have the aporchension that 
under the existinz circunstences it is not possible to avoid 


leakaze altozethere 
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CHAPTER V 
Reconumendintions about the future 


of tho tomnt Neal lwayse 
39e In the precoling chapter we havo set out the various 
Consilerations which are relevant for deterninin,s the 
future of the lizht reilwayse Tho Ministry of Railways 
had sone tine back asked the zon:.1 railways to uniertake 
investigations with the view to making a ieteilod study 
of the problons of the light railways and oxplore the 
possibility of their replacenent by broad guage lines with 
suitable extensions from the existing contizaous Indian 
railway systonse In the statanent at Appendix VIII are 
summarised the’ essential results of the examination which Was 
nade by the gonal railways. It will be seen that in regard 
to Howrah-Anta, Bukhtiarpur-Bihar Shariff as also Shahdara-~ 
Saharanpur railways, the zonal railways recommended conversion 
to BeGe System, even thouch on economic considerations such 
conversion was not considered feasiblee The zonal railwoys 
obviously hai in nind the future increases in traffic which 
are bound to take place in these areas and which the licht 
railways nay not be in a position to cope withe However, 
the Railway Board took the viow that for the present status 
quo should be maintainoi, Only in rezard to Bukhtiarpur 
Bihar Shariff, the Bastern Railway was asked to conduct 
a traffic survey with a view to consider the construction 
of & BeGe lines = 
406 The caso of BukhtiarpurBihar Shariff will neca to be 
given urgent attention because the railway is working ot present 
under rather lesperate con tions, This railway was fornerly 
nanazed by B/S. Martin & lum It de and: was taken over by the 
District Boar, Patna, in 1950. The Bihar State Governnent 
are understood to hate agreed ‘then to grant Oo loan of Rse14 lakhs 
to the District Board for toking over of this railway, but out 
of this anount only Rae10.lakhs was paid to the District Boord 


for the Payment of the purchase price by the 
Tho balance of Rse4 lakhs: which was required for imedtate 


00 Bee 
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replacenent of the rollin.s stock was not paid to the 
District Board, The assets of the railways are now in 
a deplorable condition and the railway have no suitable 
workshop. arran.zenents even for ordinary repairs and 
naintenance purposes. The railway have no funds for 
replacenent of old stock either. For major repairs they 
have to send their stock elsewhere with the result that 
considerable time is lost before such stock can be available 
for use azain on the railway. The utilisation of the 
stock, therefore, is very poor and the railway is runninz 
into heavy losses. This revion is assuminz zrowinz 
importance and a 2004 deal of construction work was done at 
Raj zir and Nalanda recently. A Mela is held at Rajzir 
every Second year which is said to be visited by almost a 
million people. Quite a few foreim pilzrins use xs this 
railway for visits to Nalanda and Rajzire Thus. while the 
area is assuming increasing importance, conditions’ on t he 
railway are deterioratin: gradually. The District Board, 
Patna, have expressed their inability from time to time 
to manase the railwaye They have requested to. Diher Govte 
to take it over, but the State Government are. reluctant to 
shoulder this responsibility. We are not aware of the 
results of the survey conducted by the Bastern Railway 
or the wiew the Railway Board will take on this. We feel, 
however, that as compared with other railways, the case 
of this railway bein: taken over by the Railway Board and 
converted into a 33.G. line would deserve priority, if not 
immediately at least in the Third Five Year Plan. Meanwhile 
some steps have to be taken to ansure that, to the extent 
possible, the working of the railway is iaproved either 
with technical advice or assistance fron the Indian Govte 
railwayse at any rate, one thins is Clear, the railway 
cannot be left to be nanazed by the District Board. Bither 
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jt should be handed over to another agency, which has 

experience of runnin? such ventures,. for managenent on 

behalf of the Central Governuent or the Central Governnent 

should take it over and run it themselvese The second 

course Will, no doubt, be more exyensivo, but it is 

decidedly the better of the twoe Nationalisation of the 

railway, which its takin over by the Centre will anount to, 

sgeens unavoidable in view of the tremendous importance of 

the area from national and tourist anglese The traffic 

potential is also so large that no amount of road transnort 

can handle it unless a better and wider road is constructed 

and hundreds of oods and passenyer vehicles are brought | 

to operate on it, the cost of ail of which will perhaps 

be mach zreater than that of constructing @ new 3eGe line 

which, of course, must be the wktinate objective after 

nationalisation. “Tnnedistely the track and the rollin? stock 

will need renewal and better nanazenent installed. Even 

an azency will not be able to do without these essentials and 

4+ will have to be adequately financed. In the circumstances 

it is advisable that the limht railway should be taken over 

by the Centre straightaway and run as 4 narrow 7auze systen 

with necessary auprovensuse until auch time that it can 

be converted into a 3B.eGe systene 

4i.e As regards the remaininz railways, the Study zroup are 

also of the opinion that the ultinate remedy has to be 

nationalisation and.in nost cases donvarsian into broad 7auze, 

though the country's economy may not nemit this ste» imncdie= 

telye Most of the railways are s-erving a v°ry useful purpose, 

even thou.zh the service provided nay be called outmoded and the 

anenities to the public may be considered inadequate, The 

problems of these xBEx Yallways are, however, not identical 

ayd these can be easily divided into three groups as followst~= 
Ae. The Martin Group of Railwayse . 
Be The Mcleod Group of Railways. 
C. The Dehri-Rohtas Railway. 
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Conditions prevailing in the three groups very considerably, 
and therefore, their problems heave to be considered 


separatelye 


42, The Martin Group of Railways are zenerally better run 


than others. The standerd of staff enployed, maintenance 

of track and rollinz stock and the amenities provided to 

the public are fairly ood, though not always on par with 

the Governnent railwayse The Company has a cannon hizhly paid 
supervisory staff for all the railways. On the whole this 
railway system is fairly well-maintained and can be expected 
to continue to provide the service for some time to conee 
They have also the ability to raise adequate funds for 
renovation and-inprovenent pro 7zrennes, provided they are 
given some assurance about their continuity and some 
assistance in raisinz loans. 

43. In this. zroup there are five reilways Howrah-Anta, 

_ Howrah~Sheekhala, Futwa-Islanpur, Arrah~Sasaran and Shahdara~ 
Saharanpury The: most inportant of these are Howrah-Anta 

and Shahdara-Saharanpur railways. On both these railways 

the traffic is very heavy and is likely to develop rather 
than go dowmm. It is not possible to close these railways 

in the foresecable future. There is. no likelihovd either 

of road transport replacing then comletely in the near futures 
The only probability is their conversion into broad yau..~ 

as and when conditions permit. In the iasantine, services must 
be naintained as best as possible, 48 steted earlier, the 
Manazenent of the Railways have the canacity os well as the 
resources not only to naintein the railways properly but also 
to effect the necessary inprovenents to keep pace with the 
tine. They, however, need a certain anount of assurance 

that they will be protected azainst unecononicel connetition 
fron road transport and sone aSsistance for raisinz loans for 
ta#their rehabilitation and inprovenent prozrannes. There 


have been complaints here and there -x XX“XXXX Prom lint railway 
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manazenents that the attitude of State Governments have 

not always been helpful in the paste We have already 
referred to the fact Ane “S. Lizht Railway were 

greatly perturbed at the decision of the UsPe Governnent 
tqaerant pernits for a large nunber of buses to ply on the 
route parallel to the railway. Inckily however the State 
Governnent were brouzht to appreciate the necessity of siving 
sone protection to the railway and suitable arrangenents 

have been nade to Minit the operation of buses. Sinilarly 
the Governmnent of West Benzal have been very synpathetic 
towards the Howrah-Anta Railway and have not pernitted the 
buses to offer any ‘sorikyss conpetition to the railway. During 
their conversation with the officers of the State Governnents 
concerned, the Study Team were satisfied that the State 
Governnents reco mise the importance of the light railways 
and would generally not do anythin to hearty their intor costs 
go as to force then out of operation. 1t is necessary for 
State Governnents to pay special regard to the interests of 
these railways in connection with the issue of new permits 

on roads isch conbehe With Then 1o/ear wecamonwbioha 
will be made in the succeedin7 paragraphse 

44. The renaining three railways inthe Martin Group, viz 
Howrah-Sheakhala, Futwa~Islanpur and arrah-Sagfan ane 

also serving a useful purpose, thous not to the serie extent 
as the other two railweysa Traffic on these railways is not 
very heavy, but at the scene tine in these areas there is 
absence of good roads and road transvort to which the existin7 
traffic can be diverted. The roads will certainly cone in 
course of tine and so will road transport, but till then the 
ligmht railways nust continue to operate and ere the 
necessary service to the public. The case for extension 

of any of these railways to link up with major roads or the 
Governnent railways is certainly not there. It is, however, 
to be ensured that as lonz as these railways continue to opernte, 


there should be the waxinun anount of csrrdinatian between the 


24, 0he 
service provided by then and road notor transporte 


45e Next we cone to the McIeod Group of railways which 


conprises of Ahnedpur-Katwa, Burdwan-Katwa, and Jankura= 
Danodar River Railways. <All these three railways operate 
in areas which are sonewhat underdeveloped and heve hardly 
any other neans of transportatione The railways have, 
therefore, no conpetition fron any quarteer to face. Yet 
the railways are not making any profitse On the other hand, 
they have to be. subsidised by Governnent and the anount 
of subsidy has been on the increase in recent yearse On the 
face of it, the situatian may apvear indefensible, but 
there are reasons why these railways cannot make both ends 
meete To begin with, the traffic on these railways is not 
very heavy; passen7zer trains are seldom more than half 
full and the goods traffic carried .by the railways is 
alnost mexti neglizible as there is very little trade in 
these arease These railways were able to orerate satisfacto— 
rily and also bi nee profits in earlier days when the cost 
of naintenance/well as of labour was lowe Since the war, 

both maintenance and replacement costs have be cone 
prhhibitive and the staff have also to be paid at hi-zher 
ratese There has deen no correspondin. increase in fares and 
frei ztht.in the circunstances, it is natural that when the 
traffic on these railways hes not increased apnreciably, the 
operational cost should up and in order to continue the 
Service the railways should need to be subsidised, Increase 
in the cost of operation is also d:s to andifferont nana-enent,. 
The railways havin~ become an unccononical sroposation, the 
Conpany is naturally not nuch interested in continuins to hold 
Charge of theme In order not to ask for too much suosidy, they 
have continually to cut dow their expenses and try to 
employ as little staff as is practicablee In this process, the 
work of nanasenent has really become very difficult and the 
Company are keen to part with their responshbijity as early 


as they can. Iack of interest on the part of the Company 


awALa 
is responsible for the deterioration in the organisational 
set-up of the railwaySe Unless sone inprovenent is brou sht 
about in this sphere, thinzs will zo from bad to worsee 
The railways have inadequate and untrained staff, The only 
way of inprovinz the conditions is either for the reilvays 
to be nationalised innediately or a better sugervisory 
nachinery providede The Mcleod Company officers in 
their discussion with the Study Tean often expressed the 
desire to be relieved of the burden of nana;zin: theso 
reilways. Netionalisation, on the other hand, will increase 
the cost of operation, for staff will have to be appointed 
and paid on the sane basis as 4a done on the State railwnys, 
It has been suz ‘ested that the operation of these three railway: 
nicht be handed over to the Martin-Burn ‘Conpany, but we 
doubt whether that. course will be less expensive than 
nationalisation or whethes even the Martin Company will be 
willing to take over the responsibility for runnin: these 
railways on an azency basis without receivin7z adequate supervi~ 
sory charztes. Until the Governnent are in a position to 
nationalisyo xx these rei WHS, they nay consider whothur the 
Supervision of their workin; cannot be nade the responsibility 
of a suitable organisation i the Eastern Railway. That would 
ensure beter technical age, which in our opinion / bound to 
iuprove the workin: of these railwayse 
460 The third zroup consists of only one railway, vize, Dehri- 
Rohtas Railwaye Conditi ons on this railwcy ere conpletely 
different fron those on other railw ys. Thi is ler-ely 2 -oods 


Carryin railway: «and the number of pas:enzers which it carries 


is insimificant. The reilwey mainly c-rries linestone, coal 
and sugarcane for the factories of the Rohtas Industries, The 
rates charged are even lower than those char zed on the State 
Yrailwayse The Rohtas Industries, who are owners of this railway, 
neke it certain that this is soe Yet, the railway is nreking 
profits. Thee reason for this is naximun utilisation o* the 
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rollinz stock and the utnost econony in operational 
cost. It was very gratifyinz to see the econonical nethods 
adopted by the railway in building their wagons, sonetines 
fron scrap, and in utilisin?; the ninirmn nunber of staff to 
rufé then. ‘The railway is by no neans running on nodern lines, 
but all the sane its operation is quite efficient. Only a 
business concern of the type of Rohtas Industries can run 

4+ in this manner, and it would not be wise to interfere 

with the nanazenent of this railway, except perhaps to 

ensure that it provides nore facilities to the travelling 
public in that areas This can be done by periodic visite 

by the officers of the conti,jaous State railway systen for 
inspection etCe 

476 Durinz the course of our study of the subject, 

su xzestions were nade to us (a) that all the lizht railways 
should be analgamated and manazed by one or two Joint Stock 
Companies, or (b) that to nanaze all these railways, a 
Statutory Corporation should be set up in which Governnent 
should have a major shares We have exanined both these 
su.zzestions. In the first case the present companies running 
the different railways will not be prepared to aual-anate 
into one or two units and even if they do, they will need to 
float shares of a larvze value to increase the workin 
capaital and there is very little chance of such shaned 
attracting public support. 4s regards the settinz un of a 
corporation, the inplicetions wit) Geumpte or less sinilar 

to those of nationalisation. The cost of oncration will cone 
up as staff will have to be paid accordinz to the Goverment 
Scales of pay, the general public will exnect better ancnities 
to be provided and renovation and rehabilitation of the 
railways will have to be undertaken in order to briny then up 
to standards of the State Railwayse Moreover by creatinz a 
corporation to uanage these railways, We will unnecessarily 
sreate another azency which will be doinz the sane work that 
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the State Railways are doinz. dAnalzanation of the 

railways into one or two Joint Stock Companies or the 
fornation of a Corporation to manaze all these railways is, 
therefore, not feasible. We stand by the recommendation 
already nade that the railways should be treeted individually 
and nationalised ag and when possible. 

48. We have mentioned earlier that if for sone time the light 
railways have to continue to function, they will need loan 
assistance to ax finance their rehabilitation prosrannes 

as also to effect general inprovanents in the standards 

of service and anenities provided to the travelling public. 
It is not possible for them to raise such loans fron the 
open narket or by increasinz their share capital, They will 
have to be assisted directly by the Governnent or by a = 
Governnent sponsored azency, such as the Industrial Finance 
Corporations Recently proposals have been put forward for 
vbrinzinz the shipvin7s companies and the road transport 
conpanies within the purview of the Iniustriel Finance 
Corporation. Possibly, a sinilar case could be nade for 

the Ii zht railways also, Which Will help to safeguard loans 
or advances given to the railways by the Governnent.e We have 
recomnended above that there is a case for better supervision 
over the working of the railways ani some check on their 


cost of operatione 


